




















































on a la-ton route. Some truckers refused to serve elevators
that were not on a la-ton route.

Traffic Congestion

The third major issue is the provision of sufficient vehicle
carrying capacity throughout the system to accommodate traffic
volume. With a few exceptions, Minnesota's rural highways are
adequate in this respect. Urban areas are faced with increased
congestion but less expensive solutions are being realistically
applied: ridesharing, system management, transit.

Gaps in Highway Routes and Uncompleted Segments

There are more than a few long planned route improvements that
remain incomplete. Years of planning and public expectation
are frustrated by project deferrals and cuts. In some cases,
segments of a route have been improved leaving old and
inadequate highways between newer segments. Or route improve
ments progress slowly over so many years that their benefits
are unrealized.

Interstate Completion

Time is also running out for completion of Minnesota's portion
of the national interstate freeway system. Interstates have
been constructed with 90 percent federal dollars and 10 percent
state funds. The federal government has mandated that the un
completed segments must be under construction by September 30,
1986 in order to qualify for federal funds. $1.2 billion is
needed to complete the remaining segments of Interstate
Highways. The dedication to this program, although essential,
has detracted from other highway needs for the past 25 years.

The Highway Funding Problems

Inflation

Inflation has hampered the ability of State, Local, and Federal
governments to preserve the inplace roadway network.

Over the past twelve years, per mile costs for highway con
struction in Minnesota have risen much faster than revenues.
During the time period from 1967 through 1979, the costs of
highway construction have increased roughly 168%. As such, in
flation has clearly hampered the ability of Local, State, and
Federal governments to preserve the Minnesota roadway network.

Figure 8 shows the impact which this inflation has had in
recent years. The solid line represents Mn/DOT's recent con
struction programs, while the dashed line represents equivalent
spending in constant 1967 dollars. The difference between the
two lines is the loss in buying power due to inflation. Figure
8 shows that even though the level of expenditure for highway
construction has been growing, in reality it has been steadily
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decreasing in terms of constant dollars. Every year
Minnesotans have been spending more and getting less. For
example, Mn/DOT had a total construction program expenditure of
$193.0 million in Fiscal Year 1979.

However, in terms of the value of a dollar in Fiscal Year 1967,
this program was actually only purchasing roughly $63.0 million
in equivalent work. The loss of buying power since 1967 com
pared to the total expenditure in 1979 amounted to $130 mil
lion.

Figure 8

EFFECT OF INFLATION ON "CONSTANT DOLLARS"

Mn/DOT HIGHWAY CONSTRUCTION PROGRAM, 1967-1981
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Fuel Conservation

Inflation is not the only factor at work. Another important
aspect is the substantial slow-down in the rate of gasoline
consumption in recent years. This, of course, has a direct ef
fect on the rate at which fuel tax revenues grow. Figure 9
shows that in the past, fuel consumption has grown at an annual
rate of 4%. However, in Fiscal Year 1980, fuel consumption
dropped 7.6% from those levels in Fiscal Year 1979. Future
trends are expected to be much the same in terms of continual
decreases in consumption. Recent State estimates suggest that
fuel consumption will drop an additional 6.7% in Fiscal Year
1981, an additional 2.6% drop in Fiscal year 1982, and another
2.6% drop in Fiscal year 1983. While there are a number of
causes for this trend, the most important by far is the
increasing efficiency of the automobile fleet. Since the fuel
tax is the foundation of State highway financing, contributing
about 55.0% of the funds which are spend on the State Trunk
Highway System, the anticipated stagnation of this source of
funds hits the State of Minnesota particularly hard. The
Counties, Townships, and Cities are also affected by this slow
down in consumption.

Figure 9

HISTORICAL AND PROJECTED FUEL CONSUMPTION RATES, 1970-1983
(in billions of gallons)
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Vehicle Registrations

Another crucial source of revenues for highways, roads and
streets in Minnesota are motor vehicle registration fees. This
source provides roughly 36.0% of the receipts deposited in the
Highway User Tax Distribution Fund. Figure 10 shows that in
the past (Fiscal Year 1976-80) motor vehicle registration fees
have grown at an average annual rate of 8.7%. However, in the
future (Fiscal year 1981-83) receipts are expected to grow at
only an average annual rate of 4.8%.

Figure 10
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Faced with shrinking revenues as a result of inflation, energy
shortages and price hikes, and a trend toward more fuel ef
ficient automobiles, it is readily apparent that something must
be done to preserve and protect the already substantial public
investment in Minnesota's highway transportation system.

Property T~~ Burden

City and County state aid roads depend on funds from state user
fees. Without adequate user fees, local units of government
have to raise property taxes in order to maintain and preserve
their most important highways. In addition, counties are cons
trained by 6% annual levy limitations.

Highway Program Cuts

As a result of the increasing costs and declining revenues, the
Minnesota Department of Transportation was forced to cancel
$122 million (61 projects) in trunk highway projects in August
of 1979.

The last session of the Minnesota Legislature failed to pass a
bonding bill which would have meant an additional $41 million
in revenues. During May, 1980, the Department announced a fur
ther reduction in the highway construction program of $130 mil
lion. The Federal government, at approximately the same time,
notified the State that there would be a reduction of $37.5
million in the funds available to the State during the Federal
Fiscal year ending September 30, 1980.

Highway Priorities

As a result of the current financial situation and the
uncertainty of future funding levels, the Department of
Transportation has had to drastically alter the philosophy it
has been operating under for many years. Historically, the
State has matched as much Federal Aid as possible. Since
capital maintenance cannot be funded with Federal funds, this
work has always been funded with 100% State funds and thus has
been a second priority. Now, with the decline of financial
resources, the priorities have had to shift to preservation of
the inp1ace state aided highway investment.
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RECOMMENDATIONS

In order to meet the demands that are currently being placed on
the State's public road system and the increased demands which
are projected for the future, the public road system must not
only be preserved but improvements to that system which will
facilitate economic growth must also be made. Only then can
Minnesota remain economically viable and competitive with other
states.

New Perspective for Highway Improvement

The on-going revitalization of Minnesota's highways is a major
factor in maintaining and strengthening state and local
economic vitality. There has been demonstrated support for
user financing of the highway network. All citizens of
Minnesota, whether or not they own or operate a motor vehicle,
depend on highways and, in this respect, can be considered
highway users. Commensurate with this, all citizens have the
obligation and responsibility to support the infrastructure.
Current users, those who own vehicles and drive on the system,
should bear the current costs of maintaining and preserving the
in-place system. This goal can be accomplished through the
mechanism of the dedicated fund.

Long range financing of improvements should be handled in the
same manner as capital improvements to the State. Recognizing
that the Legislature has the ultimate responsibility to decide
on what improvements the State can afford, bonding, subject to
legislative approval, should be utilized to finance any capital
improvements. Constitutional constraints should be relieved so
that the Legislature, with input from Mn/DOT, is accountable to
the electorate for the highway system.

Preservation Needs

Although there are 129,500 miles of public roads in Minnesota,
85% of the travel occurs on 43,700 miles of State, County and
City roads supported by highway user revenues. This
state-aided system of roads is of significant importance to the
States economy.

The types of roadways on this sytem range from multi-lane
freeways to gravel roads. Each is important as it functions
within the system. Each type of road also requires administra
tion, maintenance, regular work and eventually, when it is worn
out or out dated, reconstruction. The amount and frequency of
administration, maintenance, reconditioning and reconstruction
varies with roadway type, use, and function. However, an
analysis can be made by aggregating these regularly predictable
costs just to keep the various roadway segments in operating
condition without service level improvements:
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State Trunk Highway System (12,100 miles)
Repair, Resurface & Reconstruct 675 miles per year

$81 million/yr.
Repair or replace 90 bridges per year $34 million/yr.

County State Aid Highway System (29,900 miles)
Repair, Resurface & Reconstruct 2430 miles
per year
Repair or replace 77 bridges per year

Municipal State Aid Street System (1,700 miles)
Repair, Resurface & Reconstruct 130 miles
per year
Repair or replace 8 bridges per year

$149 million/yr.
10 million/yr.

$29 million/yr.
$ 5 million/yr.

There are other costs attributable to preservation of the
roadway system (administration, maintenance, safety, etc.) and
other sources of revenue other than state highway user taxes
(federal funds, property taxes, etc.) For example, Mn/DOT
relied on the state user revenues for 52% of its income in
1978. Federal aid amounted to 31%. Maintenance and adminis
tration (operations) accounted for 26% of the expenditures
which are not included above.

Cities relied on state user revenues for 5% of their total rev
enue in 1978. Local Revenue accounted for 61%. City responsi
bilities go well beyond the State-aid Street System. 26% was
expended for maintenance and administration (operations).

Counties received 37% of 1978 revenues from state highway user
taxes. 40% was derived from local revenue. Maintenance and
administration accounted for 26% of the expenditures.

The Task force recommends that road user taxes be increased
to provide for the preservation of the state aided highway
system. Preservation of the in-place road system benefits
current users of the system.

Preservation costs can be generally predictable as an annual
cost. An such, preservation should be financed by annual user
fees. The complexity of the jurisdictional systems involved
and diversity of revenue sources obscures understanding of all
the issues. Analysis of Mn/DOT, which has greater reliance on
state highway user revenues and less alternatives, may clarify
some of the factors.

-34-



Mn/DOT BUDGET FOR F.Y. 1982-1983
(Millions of Dollars)

Revenue (from existing sources)
Driver License Fees
Investment Income
Other Highway Revenue
Federal Aid
Motor Vehicle Tax
Motor Fuel Tax

Expenditures
Administration (Operations)
Maintenance
Debt Service
Other Departments

Preservation Needs
Resurfacing
Reconditioning
Reconstruction
Safety Improvement
Bridge Repair

Total Needs (F.Y. 82-83)
Revenue Available
Federal Aid Available

Additional Revenue Needed

$ 9.0
14.3
49.4
57.6

147.5
272.7

$550.5

$207.5
202.0

20.4
73.5

$503.5

$ 67
62

143
38
19

$ 3I9

$822.5
(550.5)
( 45.0)

$822.5

$227.0

If highway user revenue sources are to be used, 62% is al
located to Mn/DOT so that $227.0 divided by 62% or $366.0 is
the state increase in highway user revenues for the next bien
nium. This amount is needed to just carryon a regular program
of trunk highway preservation so that the states highway system
does not deteriorate.

A $183.0 million, annual increase would be added to the expec
ted revenues from current state user fees of $338.8 million per
year for a total availability of $521.8 million per year.

Counties would receive 29% or $151.3 million. 40% could go
towards maintenance of the county state aid system and $90.8
million could be allocated to preservation needs of $150.0 mil
lion annually.

Cities would receive 9% or $47.0 million. 25% could go towards
maintenance of the municipal state aid street system and $35.2

-35-



million could be allocated to preservation needs of $35.0
annually thus allowing for some improvements and less reliance
on the property tax.

Preservation of the System: Funding

Highway User Increases

Expenditures for preservation of the existing road system
directly benefit the current users of the system. The funds
necessary to accomplish the preservation level of effort
should, therefore, be provided by user fees. The two sources
of user fees are motor fuel taxes and motor vehicle regis
tration fees.

Motor Fuel Increases

The Task Force recommends an increase in the motor fuel
tax of 2 cents a year for the next five years.

This increase would generate an additional $118.0 million for
distribution through the HUTDF in 1982 and 1983.

1982 1983

State 24.8 48.3
Counties 11.4 22.3
Cities 3.6 7.0
Townships 0.2 0.4

TOTAL 40.0 78.0

TOTAL

73.1
33.7
10.6

0.6

118.0

Although there is public frustration over the escalating,
uncontrolled rise in motor fuel costs this past decade, the
cents per gallon road user tax must continue to be an essential
element of highway revenues. Reduced consumptions of gas and
the further recommended regular license fee increases will
shift the highway user revenue burden towards license fees. Of
all the different techniques used to tax fuels, i.e., variable
taxes, indexing, the committee recommends continuing the tradi
tional cents per gallon method.

The highway needs are so extensive that the issue of an appro
priate gas tax increase has become an annual legislative issue
and will likely continue. The legislature should seriously
debate this issue during the next session and make a 5 year
decision: a single law that increases the motor fuel tax 2
cents per gallon each year for the next five years. This may
sound like an excessive increase, but it still will not meet
the projected needs to just preserve the state aided highway
system. More than this is needed to just maintain and preserve
the major City, County and State highways.
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Vehicle License Increases

The current motor vehicle licensing schedule results in
automobiles generating about two-thirds of the revenue and
trucks producing one-third of the available revenue. As these
funds are to be used to preserve the in-place system, and since
the heavier truck traveling the roads causes more damage to
that road than the much lighter automobile, this basic system
of licensing should be adjusted. The total vehicle miles trav
eled for five axle semi trucks has increased 45% between 1975
and 1979 and now constitutes almost one-half of all truck miles
traveled. The vehicle miles traveled for automobiles has
increased only 12% over the same time period.

The Task Force recommends that the revenue from vehicle
registrations be substantially increased.

In F.Y. 1982, it is anticipated that roughly $120.1 million net
available revenues will be obtained from the presently
structured Motor Vehicle Registration Fee System. The 1983
companion number amounts to $129.5 million. A doubling of
these numbers would result in approximately $249.6 million.
The distribution of this money according to current schemes
would result in the following revenue increases:

1982 1983 TOTAL

State 74.4 80.2 155.1
Counties 34.3 37.0 71.3
Cities 10.8 11.7 22.5
Townships 0.6 0.6 1.2

TOTAL 120.1 129.5 249.6
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It is suggested that increased reliance be placed on license
fees as a highway user revenue source with regular recom
mendations by Mn/DOT for legislative review and adjustments.

Trucking License Changes

Truck licensing in Minnesota is complex with many variables and
has not been adjusted since 1974 - during a period of high inf
lation, increased truck use, and demands for heavier trucks.

The Task Force recommends that the truck licensing system
be simplified, adjusted for equity and substantially
increased.

Pickup trucks, vans and other light trucks should be compa
rable to automobiles in their fee schedule.

There are over 500,000 vehicles in this class with fees signif
icantly lower than auto's. Yet much of their use is for per
sonal transportation. A new pickup or van can be licensed for
$28 while a new auto of comparable value would likely pay $78.
The auto license currently decreases annually (for 10 years)
while the pickup would decrease 40% after the sixth year.

The minimum fee for light trucks must also be increased to
prevent pickups and vans from registering at a higher gross
weight (over their physical capacity) in order to pay a
lesser annual fee.

If pickups and vans are adjusted to an " ad-valorum" basis like
autos, and the truck weight base schedule is not adjusted at a
competitive minimum, it may be advantageous for a new pickup
owner to register the vehicle as an 18,000# gross weight truck
in order to page a lower ann~al fee. After a few years it may
~e advantageous to the pickup owner to change the registration
to an automobile. This would not simplify the system or be
equitable.

Truck license fees should not be reduced with age.
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Currently truck license fees drop 40% after 6 years. Truck
fees should be based only on gross weight as this factor
relates most directly with road structure costs and deteriora
tion. An "old" truck requires as good a road and does as much
damage as a "new" truck. Minnesota is one of very few states
that has a significant fee reduction for older trucks. As
such, older trucks are attracted to Minnesota to take advantage
of the reduced license fees. This measure would also simplify
the system and remove an equity issue.

The significantly reduced license rates for trucks limited
to operate only in cities should be eliminated.

Currently trucks can register as "urban" trucks and be limited
to operations only in city corporate limits. In the
metropolitan area with so many cities, urban trucks are allowed
to operate within the 7 county area. Fees for urban trucks are
only 30% of other trucks.

Some arguments can be raised over unique operations of trucks
limited to a specific area, but road use has traditionally been
related to gross weight. Current urban trucks range from local
cartage carriers that probably infrequently utilize their full
gross weight to garbage haulers and ready-mix trucks that
regularly use their full gross weight. In the interest of sim
plicity and equity it is recommended that the urban truck cate
gory with its privileges and limitations be eliminated. Few
other states offer such advantages for urban trucks.

Small farm trucks (including pickups) should continue to
receive a truck license advantage because of their seasonal
use. Semi-trucks (over 45,000# G.V.W.) should not be al
lowed a farm advantage in the license fee structure.

Currently farm trucks are licensed at 30% of other trucks.
This policy recognized the diversity of seasonal equipment
necessary to operate a family farm. Farm trucks are needed in
frequently thus have less road use and deserve a licensing ad
vantage. However, farms having semi-trucks are competing with
commercial trucking and cause more roadway damages. Thus the
current farm truck advantage should be limited to 2 and 3 axle,
single unit trucks.

The hauling of special products should not receive any
licensing advantage.
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Currently, a truck owner claiming to haul raw agricultural
products 60% of the time enjoys a 10% licensing advantage.
Although there is empathy for the transportation problems and
costs relating to farming this form of special privilege could
easily be extended to other commodities or interests. Such
provisions are almost impossible to enforce and likely don't
provide a substantial advantage. In the interest of simplicity
and equity, special commodity advantages should be eliminated
and discouraged.

Recreational vehicles should be licensed comparable to
trucks.

Truck license fees should be significantly increased.

After the simplicity and equity adjustments, there still is a
need to increase all truck license fees, especially those of
heavier trucks.

A significant investment has been made in the public road sys
tem. A major portion of this investment in pavement design and
bridges accommodates heavy trucks. Heavy trucks also cause
more roadway damage. Although there can be much discussion as
to "fair" shares between cars and trucks -- and among the vari
ous weight categories of trucks -- it is logical to conclude
that a greater share of the roadway costs must be allocated to
trucks. There hasn't been any adjustments to truck fees in
Minnesota since 1974; and then the adjustments were designed to
correct some classification inequities without increasing total
revenues.

Studies are under way by the Federal Highway Administration to
assess the appropriate share each class of vehicles should pay.
This study will not be completed for at least a year and then
more time is required for application to Minnesota. It is ex
pected that such study results will support the trends of the
Task Force recommendations. Several years of debate and dis
cussion will occur among the various special interest groups
before the study results will likely be applied as public
policy in a licensing structure. In the meantime, much needed
revenue is raised and a much simplified system is inplace by
following these recommendations.

Auto License Adjustments

Auto license fees should be reviewed for increases.
Minimum auto fees should be substantially increased.

Under the current "ad valorum" system; auto license fees are
based on value of the car and age. A new car is licensed at
1.25% of its base sticker price (plus $10). Each year the fee
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decreases an established percentage (orginally established by
resale value trends) for 10 years. The average fee for the en
tire auto fleet is about $34 and it ranges from $130 to $12.
Although there are many advantages to the present system, the
minimum fee appears substantially too low for the advantage of
having a 129,500 mile public road system available for use.
The minimum fee should be raised and the over-all auto schedule
should be reviewed for a general increase.

Motorcycles

Their are approximately 160,000 motorcycles and mopeds current
ly registered at $5 each annually. This license fee makes
129,500 miles of the states public roads available for use. It
appears reasonable that annual fees should be at least doubled.

The task Force recommends increases in motorcycle fees.

One possible method of adjusting license fees is portrayed in
the following example:
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Collection Costs

One irratating element of the current license system is the
visibility of the deputy registrar fee. Although the need and
convience of deputy registrars is understood, the visibility of
their cost appears as another government fee changed to collect
a highway user fee.

The Task Force strongly recommends that all collection
costs be included in the license fee. This would remove
the irratating appearance of a fee charged to collect a
fee.

Summar~

In summary, annual costs to operate, maintain and preserve the
existing highway system should be financed with traditional
highway user taxes: motor fuel taxes and motor vehicle license
fees. Increases are needed during the next two years to
achieve preservation of the City, County and State highway sys
tem. The Task Force recommends:

increasing the motor fuel tax 2 cents per gallon each
year for five years

substantially increase the revenues from motor vehicle
licenses by simplifying the system, making equity
adjustments and general increases. One method of
changing vehicle license fees is shown as an example.

A combination of these two traditional highway revenue sources
must add $360 million dollars over the next two years just to
preserve the existing system.

The combination of a 2-cent per gallon per year fuel tax
increase and a doubling of current Motor Vehicle Registration
Fees will result in the following total revenue increases
during the 1982-1983 time frame:

1982 1983 TOTAL

State 99.2 128.5 227.7
Counties 45.7 59.3 105.0
Cities 14.4 18.7 33.1
Townships 0.8 1.0 1.8

TOTAL 160.1 207.5 367.6
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Improvements to the System: Needs

Improvements to state aided highways are currently for some
social or economic purpose, i.e.; to reduce congestion in urban
areas, provide for heavier trucks in rural areas. Highway
widening or increased load capacity can be justified by an
areas community development plans. Improvements will continue
to be needed for economic growth and transporattion efficien
cies. Highway improvement decisions are different than highway
preservation decisions.

City and County highway improvement decisions are best left to
the appropriate local elected officials. Judgements can be
made as to benefits of each project, which projects should be
constructed first and the variety of funding sources that may
be available or used. State aid funds can be used for all or a
portion of eligible costs on the city or county state aid sys
tem.

The Department of Transportation, however, has limited access
to different funding sources. Only federal aid is available
for a portion of eligible improvement costs.

Major improvements to the state trunk highway system should be
viewed as capital improvements to serve the states economic
development strategy. Substantial public investments are
needed to construct four lane expressways, community by pass or
increase the load carrying capacity of a route. Such capital
improvements will increase highway service to the economic ad
vantage of the state.

For the next biennium, Mn/DOT could match $518 million of
federal-aid with an additional $243 million of state funds for
major capital improvements. The following program could bene
fit the states economy.

F.Y. 1982-83
(millions of dollars)

State Funds Federal Funds Total

Construct Interstate Roads
Bridge Replacements
Major Construction

$ 52
56

135
$243

$466
42
10

$518

$518
98

145
$761

The Task Force recommends that Mn/DOT biennually report to
the Legislature the capital improvement needs for the next
ten years. The legislature can then decide the amount of
funding to be authorized for the next two years and take
appropriate actions towards future program levels.
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The scheduling and listing of capital highway projects must be
based on a rational process and cooperative planning effort
with regions and local units of governments. The listing of
future capital highway projects with priority recommendations
will provide better information for legislative action. In
addition, significant local involvement will discourage undue
legislative descretion in project selection and priorities.

Improvements to the Trunk Highway System: Funding

The cost of completing major construction projects is much
greater than that involved in preservation projects. The ac
tual implementation process requires a considerably longer
period of time as well. A process of funding these projects
should assure that proper projects will be built, that the
funds required will be available and that the Legislature has
approved such projects in a fashion similar to other capital
improvements made on state property. The benefits from system
improvements do not accure to current users. It is, therefore,
unfair to expect them to assume the full cost burden for the
improvements.

The Task Force recommends that capital projects which will
result in an improvement to the existing system, should be
funded with general obligation or highway bonds in the
event that sufficient state dollars are not currently
available.

This designated revenue source will add commitment to major
projects and discourage postponements and deferrals. User rev
enues (motor fuel taxes and license fees) will then preserve
and maintain the highway when it is available to the highway
user.

Bonding forces a different decision process and removes the
confusion of dealing with both highway improvements and highway
preservation at the same time.

Highway Bonds (repaid with highway user revenues) are currently
limited to 5% interest and $150 million total issuance. These
constitutional constraints failed to be removed in the 1980
statewide election.

The Task Force recommends that a reworded constitutional
amendment be resubmitted to the voters to remove the inter
est and issue limits on Trunk Highway bonds.

Legislative action would still be required to authorize the
sale of highway bonds.
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General obligation bonds (amortized from the states general
revenues) are the only near term source of bond revenue for
highway programs. The current general fund deficit could be an
obstacle. The desire for the state to limit total bonded in
deptedness in order to maintain a high bond rating (and lower
interest rates) may be another obstacle. A third obstacle may
be the fear that such bond repayments may increase the states
income taxes. However, bonding forces a unique legislative
decision. And the sales tax on the transfer of vehicles could
be increased to cover bond repayments. Bonding appears to be
the most appropriate source of funding for major capital
investment for at least the next few years.

The Task Forces recommends the authorization of $240 mil
lion in bonding for the 1982-83 biennium to be used for
Interstate, Bridge and Major Projects on the trunk highway
system.

The Task Force recommends that the repayment of general
obligation bonds for highways be accomplished by addi
tional sales tax on the transfer of motor vehicles.

This process of funding capital improvement projects requires
that the Legislature be fully informed of the projects which
are eligible for such funding and the dollar amounts required.

Interstate Completion

The Task Force supports completion of the interstate system
or approved substitute projects.

The cost to complete Minnesota's interstate system is estimated
at $1,215 million. Federal Funds would provide 90% of this
cost if the routes are under construction by 1986.

It has become increasingly advantageous for state and local
jurisdictions to use the interstate transfer provision to with
draw controversial Interstate projects and accommodate revised
plans for providing urban transportation. Federal Funding
would provide 85% of the cost of either highway projects or
transit projects as compared to the usual 25% for
non-interstate highway projects and 20% for non highway transit
projects.

1-335 in Minneapolis has been withdrawn and the federal funds
have been allocated for substitute highway and transit
projects.

1-35 in Duluth from 26th Ave. to the city limits is suggested
for withdrawl and substitution by local officials.
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1-35E in St. Paul and 1-394 west of Minneapolis are contro
versial segments still under study.

State Economic Strategy

Revitalization of Minnesota's highways is a major factor in
maintaining and strengthening state and local economic vital
ity. For this reason a combined agency effort needs to be
designed which will evaluate Minnesota's transportation
requirements within an overall, coordinated economic
development system.

The Task Force urges the Governor and the Legislature to
establish an economic development strategy for the State
and a process for creating an economic development plan
which can guide governmental agencies as they plan with
the citizens of the State.

Transportation decisions should be made with consideration of
their economic impact on the State as a whole and on local com
munities.

Mn/DOT Efficiency

The Department of Transportation was formed by the Minnesota
Legislature in 1976. Since that time, Mn/DOT has attempted to
improve its operations.

The Task Force commends the Department on its efforts to
improve the overall efficiency of its personnel, and rec
ommends that similar efforts continue in the future.

Programming

A major task of the new department was and continues to be the
implementation of an effective and efficient project pro
gramming selection process. Revisions to the programming
process to date have resulted in considerably more public input
to the project prioritization and selection process.

The Task Force supports the continued refinement of the
programming process by the Department of Transportation
with emphasis on effective public involvement.

Project Delays

The planning process for major capital improvements is a
lengthy one. The Task Force found that unreasonable delays in
the process come from environmental and historical permitting
and litigation of project-related issues. The bifurcated
funding process recommended by this Task Force should assist in
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assuring that only those projects resulting in the greatest
service for the limited dollars available will actually be
built. with limited funds available, it is desirable to limit
the number of projects in the preconstruction planning stages,
and the time required to begin construction of approved
projects.

The Task Force recommends that the Governor and
Legislature adopt a process to reduce the lead time for
major projects to three years from inception to time of
initial investment. The process for obtaining envi
ronmental permits from state agencies should be stream
lined, an environmental court created and legislative
deadlines imposed.

The decision making process involved in the selection of
highway projects is not only time consuming, but also comp
licated. The decision of whether to repair, recondition or
reconstruct is a combination of technical analysis, available
resources and political judgments, which include potential
economic, social and environmental impacts of proposed
projects. Only an open process of discussing alternatives, op
portunities and constraints can arrive at the best public deci-
sion. .

Roadway Jurisdiction

The orginial Constitution of the State of Minnesota contained
provisions which barred the State from participation in works
of internal improvement on the State's road system. Road
building, as a consequence, was left to counties and local
units of government. The current jurisdictional arrangement
was adopted by a 1956 Constitutional amendment and subsequent
legislation which established the state aid system and Highway
User Fund. As long as roadway funding kept pace with road con
struction and maintenance needs, the existing jurisdictional
arrangements presented few practical problems. By assigning
roadway responsibilities to levels of government based upon the
roads functional classification, a clarification in the role of
the various levels of government in highway programs would
result. This would in turn impact upon the effectiveness of the
overall planning and decision making process for highways. The
result would be improved service to the public at the least
possible cost.

The Task Force recognizes that some public roads and
bridges by nature of their location, length and the areas
they serve are more closely linked to the economy of the
State for the transporting of goods and people than are
other public roads. Those roadways of local economic sig
nificance should be supported with local dollars.
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The Task Force recommends that a study of the existing
jurisdictional arrangements be made with the focus of the
study being the function of the particular roads.

Today Minnesota is the only State with a Constitutional
structure for financing highways.

Truck Weights

The relationship between the number of trucks, the magnitude of
their loads and roadway deterioration is widely recognized.
Legal load limits have been established for different condi
tions of roadways in order to limit the damage caused by
trucks. Limits have been established for gross vehicle weight,
tandem axle loads and individual axle loads. These load limits
are necessary because heavy trucks do more damage to the
highways than do passenger automobiles.

Movement of goods by truck is vital to the health of the
State's overall economy. In addition, truck hauling is more
productive as load size increases and larger loads help offset
increasing costs as well as conserve energy. This presents a
particularly difficult problem to the efficient movement of
goods over the highways. Truckers must continually be con
cerned with finding a route that will permit them to reach
their destination without violating legal load limits.

The Task Force recognizes the need for a basic system of
IO-ton routes to support the economic activity of the
State. Limited funding prohibits the development of a
complete network of IO-ton routes therefore the Task Force
recommends that alternatives to the existence of a comp
lete IO-ton system be considered. Alternatives include
allowing trucks to legally add an axle.

Seasonal restrictions on roads and bridges should continue to
be enforced as a means of preserving the in-place system.

Bridges and Alternatives

Bridges represent one of the most expensive elements in a
roadway system. As such the present use of public funds must
utilize sophisticated management criteria and processes to gain
the most from limited resources. Timely repairs can
effectively extend the functional life of bridges.
Reconstruction must be utilized for the most deteriorated and
most important bridges. Roadway function can guide prudent
bridge investment decisions. The movement of heavy loads is
impaired by inadequate bridges. Bridges must therefore be
improved on heavy load routes to remove barriers to efficient
truck transportation.
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The Task Force recommmends that repair and reconstruction
continue for necessary bridges. Cost effective alterna
tives should be considered especially for less necessary
bridges. This should include the possibility of aban
donmment of a roadway as well as funds being available for
roadway construction in lieu of repair and reconstruction
of an unnecessary bridge.

Bypass Cost Sharing

Bypass construction reflects not only the complex technical
issues involved in a decision to build but also the possible
social, economic and environmental impacts to communities.
Bypass construction is costly, and the potential economic
impact of the bypass is not always easily predicted. A bypass
expedites travel for the vehicles passing through an area.
That same bypass also results in shifts and increases in the
economic activity in the community.

Financing of bypass projects should be based on a
cost-benefit analysis to allocate appropriate cost
responsibilities to local units of governments.

Rails & Waterways

The State's transportation system is not limited to the public
road system. The other modes of transportation are also impor
tant to the State's continued economic vitality.

The Task Force believes that Minnesota and the nation must
maintain and preserve a basic rail system for the ef
ficient movement of bulk commodities over long distances.

Minnesota must also support its ports and waterways for
the efficient movement of goods to and from markets
outside of the State and the nation.

Funding Alternatives Discussed

This report responds to a funding situation which is con
fronting the State today. The funding sources supported in
this report are favored by the Task Force partly due to rela
tive ease and quickness with which they could be implemented.
The Task Force also recognized that the next bienium is not the
time to seek additional funds for highways from the General
Fund.

The Task Force recognizes other possible sources of funds which
could be used for transportation purposes. At the present
time, with the strain on the General Fund, those alternatives
which would further deplete that fund were not supported. No
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new revenue sources were seriously considered in favor of
increases within the current taxing system. Indexing was also
rejected due to the lack of legislative control and the
inability to predict revenue in these uncertain economic times.
Alternative funding sources which were discussed and not recom
mended at this time include:

Imposition of a ton-mile tax
sales tax on motor fuel
transfer of motor vehicle sales tax from the general fund
transfer transportation-related portion of the general
sales tax from the general fund
increase the general sales tax and dedicate all or part
of the increase to the HUTDF
transfer the funding of the Department of Public Safety
to the general fund
variable gasoline tax

These alternatives were not recommended at this time because of
their complexity, confusion, lack of popular support, or nega
tive impacts on the general funds.
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